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I N T J ^ S T ^ T E COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT YfHICH OCCURRED ON 
THE WESTERN MARYLAND RAILWAY HEAR MT. SAVACE, 
KD. , ON NOVEMBER 15, 1925. 

December 9, 1925. 
To the Commission: 

On November 15, 1925, there was a derailment of a 
freight train on the Western Maryland Railway near Mt. 
Savage, Md. , which reeulted m the injury of one 
employee. 

Location and method of operation 
This accident occurred on that part of the Elkms 

Division known as the Connellsville Sub-division, which 
extends between Connellsville, Pa., and G. C. Junction, 
near Cumberland, Md. , a distance of 86.5 miles. In the 
vicinity of the point of accident this is a double-
track line over which trams are operated by tî ie—1 able 
and train orders, no block-signal system being m i ,,3. 
Beginning at mile post 187, locfted just east of Colmar, 
the grade for epstbound trains is descending all the way 
to G. C. Junction, a distance of 19.S miles, tne greater 
part of this grade being 1.75 per cent compensated for 
curvature. That portion of the train involved in this 
accident ran away on this grade, portions of it being 
derailed at four different points, all located between 
Froetburg and Mt. Savage, these stations being 6.2 and 
9.9 miles, respectively, east of Colmar. 

The track is laid with 90-pound rails, 33 feet ]n 
length, tie-plated on all curves and on many of the 
tangents, and is ballasted with stone and cinders. It 
is maintained m good condition. 

The train first broke m two near Colirar at 9.35 
j3.m. and was finally derailed between Frostburg and Mt. 
Savage approximately one hour later, it was raining and 
snowing at the time. 

Description 
Eastbound freight tram extra 850 consisted of 70 

loaded coal care, and a caboose, hauled by engine 850, 
and was m charge of Conductor Feyser and En gin en? an 
Massie. The gross weight of tne train was 5,040 tons. 
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1± originated at Gray and roved over the tracks of the 
Baltimore 8, Ohio Railroad to H. J. Tower where it entered 
upon the tracks of the Western Maryland Railway. At 
Deal, 18.7 miles east of R. J . Tower, helper engine 842 
W H S cut out from its position in the train immediately 
anead of the caboose and extrs 850 departed from that 
point at 9.14 a.m., followed by engine 342 running light, 
passed Colnar at 9.25 p.m., and ?t~a point about 1 uile 
epst ox Colmar, while traveling at N speed estimated to 
have been between 12 and 15 miles an hour, tne train 
broke in two between the 65rd and 6£th cars, causing the 
air brakes to be applied m emergency and bringing the 
train to a stop, with a spree of about eifht car-lengths 
between the two portions of it. At first it was mi; ended 
to wait until engine 842 arrived and tne-n to use tha"c 
engine in coupling the rear portion of the train to the 
head portion, but when after waiting for a considerable 
period of tine this engine did not arrive it was decided 
to release enough hand brakes on the rear portion to 
allow it to drift down the grrde and couple to tne head 
portion. Tins was done, the ceven cars pnd cabooae be
ing dropped down the grade against the head portion of 
the tram at a speed estimated to have been bexv;een 4 
and 6 miles an hour. The cars failed to couple nor ever, 
while the impact caised the engine and 65 cars m THE 
head portion of the train to rtart rcvir.jr down tne grade. 
This portion of tne train inner lately got beyond control 
and after parsing around a curve ?ocut 6 miles distant 
the 15 TOUT c^rs were derailec , while about l-l/4 niles 
inrther east, on a 6° curve to tne right, 31 cars were 
derailed. After the engine and tne firrt 27 cars had 
ti aveled a short distance farther the rear 13 cars were 
derailed at the beginning of a long 7° curve to the left 
while the engine and the first 14 cprs m the train were 
derailed near the leaving end of this curve. Tne approx
imate distance betveen the point where the first cars 
were derailed and the point \ here the engine finally care 
to rest was 8,900 feet". 

The engine wae quite badly d^r^ged and the majority 
of the 63 cars weie demolished or very badly damaged, 
while at each of the various points of derailment seri
ous damage was sustained by both of tne m a m tracks. 

Summary of evidence 
Conductor Kevser said th?t at p.iV.& S. Junction, 

a station locrted on tne Baltimore & Ohio tr, cks nepj 
Gray, the br-koS were aoplied from the engine and he 
walked along tne tram to sxjrme the piston travel and 
inepec-G the trsu, being assisted by tne head brakeman, 
and that he found the air brakes to be in good condi
tion with the exception of one car wmch had it5 br-uce 
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cut out and two othei card on which the brakes frrd 
leakea off by the time he reached them. He notified tne 
engint.rran as to the condition of the brakes and nf t~x 
some further delay the tram proceeded eastward to Hock-
wood, 20 retaining valves being used m controlling: the 
speed of the tram on the descending grade west ofTlock-
wood. When the train reached Deal, 2.6 miles from Collar 
he instructed the head bmkeman t 0 turn up all the re
taining valves, and while at this point he notec" that 
the brake-pipe pressure as shown on the caboose gauge 
had been increased norr, approximately 70 pounds to 
about 85 pounds7 this being in accordance with the re
quirements preparatory to descending the grade east of 
Colmar on which the accident occurred. After the tram 
had passed through Big Savage tunnel, just west of Col-
mar, and started over the summit of the grade, he not
iced three applications of the air brakes, each of" 
about 8 or 10 pounds brske-pipe reduction, and he said 
that he thought it was after the third application had 
been released that the trim broke m two, between the 
63rd and 64th cars, The angle cock on the rear of the 
63rd car was closed by railioad policeman filler, who 
was riding m the caboose, and after a delay of about 
45 minutes waiting for the arrival of engine 842 he 
decided to let the rear portion roll down the grade, 
controlling its speed by meane of the hand brakes. Con
ductor KeyseT said that before undertaking this movement 
he opened the angle cock on the rear of the 63rd car, 
found that there Vjas a strong air pressure and then 
closed the cock, instructing the head brakeman, who had 
returned to that point and had relieved policeman Miller, 
to renam there and, when the cars were about xo couple 
together, open the angle cock so as to set the brakes 
on the head portion of the tram. Conductor Keyser was 
assisted by Assistant Trainmaster Albright m dropping 
the rear portion of the tram down the grade and he 
said that the head brakeman opened the angle cock in 
accordance with his instructions as previously outlined. 
It was then discovered that the brake-pipe pressure had 
been practically deoleted, only g slight exhaust being 
heard, and the forward portion of the tram when struck 
by the detached cars lrrediately started to move cown 
the grade. Conductor Keyser said he at once closed 
the angle cock on the rear of the 63rd car, hoarded tne 
car and together with the head breke^iar began applying 
hand brakes and he estimated that tne hand brakes were 
applied on about 15 c ars. Accoramg to r,is statements 
he then climbed down between two cpis and cut an pir 
hose with his knife in order to apply the air brakes 
but found that there w r still no pressure m the tram 
line and he then i oil irom the tir.in while trying to 
climb back on top of t.~e car. He estimated that about 
10 minutes elapsed bet-ten the time he first cpenud the 
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angle cock to ascertain whether or not there wa? any 
air in the train line and the time at which the rear 
portion of the tram came m contact with the iront 
portion causing the latter to start down the grade. It 
further appeared from his statements that while it WSD 
customary to apply hand brakes when a tram was stopped 
on this grade for any considerable period ot ti le yet 
so far as he knew hand brakes were never set an the 
head portion of a tram when the engine was attacned to 
it, reliance being placed on the air brakes to hold the 
train. 

Head Brakenan Wilt said he had ridden in the 
caboose from R. J. Tower to Deal, at which point he 
started ahead over the tram and turned up all the re
taining valves to the high-pressure position, that ne 
was on the 25th car from the engine at the tne the 
tram broke m two and that alter the forward uortion 
of the tram had co'•e to a stop he went ahead to tne 
engine and was told by Snlineman Mas si e that the brake 
pipe pressure had gone down, while talking tilth the 
engineman, however, the latter remarked that the brake-
pipe pressure had been restored and Brakeman Wilt then 
started back toward the rear oi the tram looking it 
over carefully and noting that the handles of all the 
angle cocks were m the proper position, ^hile makmg 
this examination he also noted that there v.as a slight 
escape of air from the retaining valves and apparently 
there was plenty of air m the brake system. On reach
ing the rear of the tram he found Policeman Miller 
stationed at the rear of the 63rd car and he stated that 
the policeman told him to stand there ready to ope i the 
angle cock should the forward portion of the train start 
to move. About 40 minutes later Conductor Keysjr told 
Sum how the tram was to be coupled together and to be 
m readiness to open the angle cock just before the 
coupling was made, hut he stated positively that Con
ductor Keyser did not open the angle cock to see if 
there was any air m the tram line during the time 
that he was standing at that oomt. When the rear por
tion of the tram came m contact with the forward 
portion he opened tne ar."le cock as he had been instruct
ed to do and at that ti^e found that the biake—pipe 
pressure was practically depleted, there being only a. 
very slight exhaust alter tne angle cock had been opened. 
His other statements were similar to those of Conductor 
Keyser except ne said thrt no air-brake test had been 
made, he did say, hovever , that at P.W.& S. Junction he 
examined one side o: the tram while the conductor exam
ined the other side, this examination including couplers 
and brake rigging, -md that wnen making this inspection 
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he noted that the piston were out on all of the errs. 
After t..e occurrence o_ the accident Brakeman Wilt met 
the conductor and engm^^an and the engineman said the 
air pumps on the î.ie had "been working rapmly all 
tne time the tram was btandmg on tne grade cr_d that he 
had been unable to build up any brake-pipe pressure-
Head Brakeman Wilt said he asked the engmeman why he 
did not call for hand brrkeo during this period but re
ceived no reply to his question. 

The statements of Flagman G-oidon added little of 
importance excent to corroborate the statements of the 
conductor as to the brake-pipe pressure shown on the 
caboose gauge at the time the tram left Deal. He also 
said that after the third application of tne air brakes 
has been released, east of Colmar, the brake-pipe nress-
ure as shown on the caboose gauge had been reetoied to 
about 88 pounds before the tram brofee m two. 

Engineman Massie sr<id the brakes were teetod ct 
P.W.& S. Junction and that Conductor Keyeer told him 
they were all in working order, when this test was ,;ade 
he also noted that tne brake-pipe leakage was about 4 
pounds per minute. He spid a brake-pipe pressure of 90 
pounds was maintained on tne descending grade between 
Somerset e.id Wilson Creek, on the Baltimore 3 Onio 
tracks, tuis pressure bem^ reduced to 70 pounds at 
R. J, Tower preparatory to ascending the gra.de to Sand 
Patch, 5.9 ciles west of Colmar, where the brake-pipe 
pressure was again raiced to 90 pounds with a '<nm-
reservoir pressure of 130 pounds preparatory to descend
ing Ft. Savage grade. ^t Deal the x-elper engine v:s cut 
out and a signal received frcm the rear end to pmoceed, 
indicating that the air via working through to the 
ceboose ana also that the opboose gauge showed tnat the 
brake-pipe pressure had beer increased from 70 rounds to 
90 pounds as required by the rules. Engmeman Massie 
said that after passing tnrough Eig Savage tunnel he 
made an 18 or 20-pound brake-pipe reduction which was 
effective m reducing tne soeed of the tiam. The Brake-
pipe pressure was recharged to 90 pounds .ind at a point 
about 10 car-lengtns east ot tne east switch at Coluar 
he made a second reduction, tnis ti le of about 10 pouniTe, 
and he said the brakes again applied properly and reduced 
the speed to about 8 or 10 miles an hour. Aft^r the 
brake-pipe pressure had been again restored to 90 pounds 
he made a third reduction of aoout 10 pounds, at a point 
about 1 mile east oi the east switch. This third reduc
tion took effect oroperly and he said it was when the 
brakes were released after this reduction thot the train 
broke m two, the bieke-pipe preesure dropping down 
immediately to 30 pounds. While standing at tnis -oomt 
Head Brakeman Wilt reached the engine and Engine nan 
Massie told him to go back to che rear oi the tram and 
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ascextain if it was all right for the train to proceed. 
At about this time the bxake-pipe pressure had increased 
to 90 pounds but Engineman Maseie said that by the time 
the head brakeman had been gone long enough to walk 15 
or 20 car-lengths the pressure again went down and at 
that time he supposed this was due to reooupling an air 
hose and the consequent recharging of the train lire 
behind the point at which it had broken. Engineman 
Massie said that on three or four occasions he placed 
the brake valve in full release position and left i t 
there for a considerable period of time, that the mam-
reservoir pressure and brake-pipe pressure would equalize 
at about 30 pounds but when bringing the brake-valve 
handle back to the running position the brake-pipe 
pressure immediatelv would drop brck to about 30 pounds 
and he concluded that an angle oock had been opened to 
prevent him from proceeding, while shortly afterwards 
he remarked to the fireman that the train had been stand
ing about one hour without any pir pressure. About five 
minutes after he made this remark the slack ran in from 
the rear of the train and it started to move down the 
grade, and he at once told the fireman to knock the coal 
pick off its handle and to go back and set hand brakes. 
After the train had proceeded a short distance the driv
ing wheels locked and Engineman Massie Baid he then 
released the independent brake, opened the Bandore, re
versed the engine and opened the throttle, this, however, 
resulted in looking the wheels again. He then shut off 
steam, placed the engine in forward motion and applied 
the independent brake, again locking the wheels^ A" tor 
reversing the engine and then using the maependeit brake, 
doing this two or three times and locking the wheels cn 
each occasion, he then leit the engine in icrwaru motion 
and applied the air brakes in emergency, after which he 
started back over the t r a i n to help the fireman in apply
ing hand brakes, but fell from the top of thet f i r s t car 
while the train was traveling jt a speed estimated by 
him to have been about 25 or 30 miles an hour. 

Fireman Dover s a i d the air pimps were working rapidly 
when the train cane xo a stop after raving broken in two 
end that a f t e r a period ot r»bout 20 minutes, during which 
time the engineman v, s moving the brake—valve rmdle 
back and f o r t h a p p n e a t L y m an endeavor to rectore the 
brake-pipe pressure, tho head b r ^ e n m reached the engine 
and was told 07 the e r ^ m ^ a 1 tc &>o to tne rear of the 
train and find cut wny"they did not, close the angle cock 
which he Er2r,p.>f3ed was open. While tit head braksran was 
at the engine, 1 ow.ver, the b^rue-p'P? p r e s s u r e started 
to b u i l d up, but about 15 minusec after the brake-nan had 
B t a r t e d for tne rear of the tram tne pressure again nent 
down to oetween 20 and 30 pounuc and was never afterwards 
increased to 90 pounds. The fireman Baid that after the 
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slack had run m and the train started to ^ove down the 
^rsde the engine en reversed the engine, noved the brake-
valve handle to lull-release position, said there vnae no 
rir in the trrm line and told him to back on the 
train and rpnly hand brakes; before lepvmg the engine, 
however, Fire-ran Dever looked at the gauge and noted 
that the brake-nipe preesure w r still in the vicinity 
of 20 or 35 pounds F n c 'an Dever said he had succeeded 
m ap^lymf the hpn br- js on i ix cars before he jumped 
from the train. 

Assistant Tr-iin Ttcr iiljri'ht corroborated the 
stctevents oi tr.e conductor as to the making of an air
brake test at the junction cn the Baltimore & Ohio tiacks, 
saying this test.wrs made ^ith a 35-pound brake-pipe 
reduction, and he ecid tne conductor told him that there 
was one cpr on which the brakes were cut out and three 
cars on which the brakes had leaked oif. Assistant Tram-
master Albrignt rode on the engine between Somerset and 
R. J. Tower, acting as pilot while the tram 'v^ on the 
tracks of the Baltimore A Ohio Railroad. Between R.J. 
Tower and Deal he ro in the caboose and he said ne 
noted from the caboose gauge that the brake-pipe pres
sure W r s reduced to about 70 pounds for the run between 
R. J. Tower and Sand Patch and that between Sanri^atch 
end Deal it wrs again restored to 90 pounds. Mr. Al
bright thought the three applications of the air brakes 
i pde at and east oi Colmar were each of approximately 
20 pounds, made at a cpeed of 12 milus an hour, and he 
said they seemed to be eiftctive, the tram broke m 
two after the tram line had been recharged suoaequent 
to the third brake-pipe reduction. Cn reaching the 
pomt where the tram parted he he-u'c1 air blowing from 
the hose on the rear of tue 63rd car. He said he then 
examined the couplers and lound both of them closed, but 
on inspecting them he found tnat tnere was some loose
ness between the knuckle ^nd the lock block of the 
coupler on tne for^rd one* of the 6<lth car . This condi
tion was remedied by means oi te^oiary repairs and the 
rear portion allowed to roll down the frace against the 
head portion, vhicn lir ledi&tely got beyond control. 

Western Maryland Police"an Miller was m the caboose 
when the train broke in tvo and he said he at once pro
ceeded to the point ;»here the break-in-two occurred and 
tnat he wrs the one v.ro closed the angle cock on the rear 
of the 63rd cor, at which tiire there was a strong flow 
of air coning from the nose. He said Conductor Keyser 
join ed him and then told him to remain there and to 
notify him m case the herd nortion of the tram started 
to move. Policeman Miller said that Head Brakeman Wilt 
arrived about 10 r*mutes aftorv.ards and relieved^ h m ^ 
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policeman 
/Miller alao statoa that during tile tine that he was 
standing at the rear of the 63rd car no one opened the 
angle cock to see if there was air m the tram line, 

Conclusions 
This accident was caused by failure to set a 

sufficient number cf hpnd brakes to hold the tram 
while standing on a heavy descending grade with a de
pleted brake-pipe pressure, lor whicn jngme^an Mas aie 
is primarily responsible. 

That the air biakes were working properly at the 
time the tram broke m two is evidenced by the fact 
that although the entire tram was on the heavy part 
of the grade yet the application of the brakes brought 
the two portions of the tram to a stop. The testimony 
waB to the effect that the angle cock on the rear of tne 
63rd car was closed very shortly after the tram broke 
m two, while the head braver an said he found nothing 
wrong with the brake system when he inspected the tram 
as he was going from the engine back to tne point where 
the braak-m-two occurred. Under these circumstances 
the engineman should have been able to build up the 
brake-pipe pressuie to £0 pounds and then have been 
able to hold the train on the grace for an indefinite 
period of time by means of the cycle method of brale 
manipulation which is used on thj s rpil-viay m the case 
of tonnage trams on heavy grades, While nothing was 
developed by the investigation to show definitely the 
reason why tne engmenar could not oa] Id up the brake-pipe 
pressure, it is probable that it was due to an open 
brake pipe on some portion of the standing tram. The 
statements of Engineman Iv'ascie indicated very clearly 
that he knew there was something wrong and that for_a 
period of nearly one hour there was not enougn pressure 
in the brake pyeten- to enable m m to control the train 
should it start to sove down the grade. As soon ps he-
discovered that he could not build up the proper brake-
pipe pressure Engineman Massie should have sounded the 
whistle signal calling for the application of hand brakes. 
Had this signal been soanded theie would have been ample 
opportunity for the trail crew to have secured tne tram 
by means oi the hand brakes until the natLire of the diffi
culty with the air-brake system had been discovered and 
remedied, and on account oi his failure to take the-pie-
cautions which were obviously retired under the exist
ing circumstances Tn-ine'an l/ascie is considered prim
arily responsible foi tne occurrence of the accident. 



Policeman Miller raid that after the train broke m 
two he closed the angle cock on the rear of the G5rd 
ear and remained at that point until relieved anortly 
afterwards .by Head Brakeman Wilt, who remained at that 
point until the attempt ŵ >s made to couple the two por
tions of the tram together. Conductor Keyser said that 
when telling Head Brakeman Wilt of the movement he was 
about to make he personally opened tne angle cock on the 
rear of the 63rd car to ascertain if there w^s suificient 
air in tne bra_ke pioe to nold the tram wnen tne coupling 
was made, and that there wtis a strong flow oi air from 
the open angle cock in'-'icatmg that tnere was nothing 
wrong with the brake-pipe pressure, according to u s 
statements this was a1"out 10 minutes before the tram 
r sn away. Potn Policeman filler and Head Brakeman Wilt 
however stated positively tnat no one opened the angle 
cock, while the statements of Engineman Massie indicated 
that for nearly an hour before the tram ran jway there 
was never more than 30 pounds brake-uipe pressure accord
ing to the gauge on the engine. The weight of evidence 
is agamst Conductor Keyser and uekes it seem probable 
that ne permitted the rear portion of the tram to be 
dropped down the grade agamst the head uortion without 
knowing whether there was sufficient air in the br^ke 
system to prevent the tiam from getting beyond control. 
Conductor Keyser said he never knew oi hand brakes being 
used to hold a tram standing on a grade provided the 
engine remained attached, which statement is in line \ ith 
the fact that the rules of tr.is railway make no provi
sion for using the hand brakes under such circu ista ices. 
Notwithstanding this fact, the dictates of good jufV^nent 
should have prompted him to know beyond any question 
that his train Wgs properly secured before trying to 
couple together the two oortions of the tiam. 

Tlie members of the crew of extra S50 v.ere experienc
ed men, with the possible exception of the fure^an, who 
had had practically no railroad s e rv ice during tne 10 
years immediately prior to nis employment by tne Western 
Maryland Railway m October, 1925. At the time of the 
accment these employees had been on duty about 10 hours 
after 8-1/4 hours oif duty. 

Respectfully submitted, 
V\ P. EORLATD 

Dir ectcr. 


